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ROLLS-ROYCE MOTORS 
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Chassis number SRF 30001 was the first 
Silver Shadow lI replacing the existing Silver 
Shadow. The new model is a development of the 
previous range and incorporates design and en- 
gineering changes in accordance with the tradi- 
tional Rolls-Royce policy of continuous improve- 
ment and refinement. 

The external changes are new bumpers, air 
dam, deeper radiator shell, twin exhaust, door 
mirror and door handles, and distinctive boot lid 
nameplate. Engineering changes are a new unique 
Rolls-Royce Motors split level automatic air 
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fascia 


similar to the Camargue, 
panel, rack and pinion steering, suspension im- 


conditioning, 


provements, carburettors, engine cooling fans, 
steering wheel and alternator. 

An important new feature is the introduction 
of power assisted rack and pinion steering which 
has been developed over a three-year period by 
Rolls-Royce Motors engineers in conjunction with 
the supplier. The new steering, incorporating a 
specially developed spool valve, improves control 
and response particularly about the straight 
ahead position. The unusual centre take-off de- 


(Whatever is rightly done, however humble, 1s noble — Royce, 1924) 


sign was dictated by the importance of main- 
taining the correct steering geometry, first 
established by a computer and confirmed by Rolls- 
Royce Motors development engineers. 

In addition to the steering changes, the 
front suspension has been modified to give an 
increased swing axle effect. This has the advan- 
tage of holding the wheels more upright relative 
to the road when cornering and additionally 
lowers the roll angle. As body roll is reduced, so 
too are the demands on the tyres, which will 
minimise wear especially on the tyre shoulders 
and will also reduce noice. A reduced diameter 
rear anti-roll bar is used balancing the changes 
made to the front suspension, ensuring that 
understeer, and therefore stability and safety are 
compatible with the improved performance. 

Principal changes to the engine are the in- 
troduction of a quieter and more efficient plastic 
engine fan and an electric booster fan. The new 
asymmetric seven blade engine cooling fan is 
driven by a viscous coupling. The fan drive is 
torque-limited to a pre-determined maximum fan 
speed which reduces both internal and external 
noise and together with the electric booster fan 
improve cooling performance. The electric booster 
fan, fitted forward of the radiator and condenser 
heat exchangers, operates automatically when the 
temperature of the engine coolant reaches 105 
deg. Cent. (221 deg. F) and so will not normally 
be in operation except in high ambient tempera- 
ture conditions. 

Tamper-proof twin SU HIF7 carburettors, 
highly developed for emission control and fuel 
economy are fitted. The achievement of emission 
standards is easier with the HIF7 due mainly 
to the linear ball race dash pots. Bi-metal control 
of the main jet position compensates for fuel 
temperature and viscosity giving a much weaker 
idle carbon monoxide figure. 

A new dual exhaust system with six stainless 
steel silencers has reduced power loss within the 
exhaust by relieving back pressure and gives 
faster acceleration in the upper speed ranges. 
The twin exhaust system in conjunction with the 
smaller engine driven fan and similar diameter 
carburettors can give improved fuel economy. A 
cartridge type engine oil filter replaces the felt 
element type and will make filter changes easier. 
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The instrument panel which is easier to read 
is new and modern in appearance. Incorporating 
ergonomic research, for example, switches in rows 
are all different to facilitate easier identification 
during night driving, the panel has a gauge show- 
ing outside ambient temperatures and a new four- 
in-one instrument mounted alongside the speedo- 
meter which gives information on fuel tank 
contents, water temperature, oil pressure and 
includes an ammeter. 


All interior dimensions shown with 
front seats in central position. 


em: in. 
A 305 120 
B 52 59.75 
C ei 36 
D 34 13.5 
E SZ 125 
F 38 15 
G 93 36.5 
H 122 48 
| 41 16 
J 57225 
K 20.8 
L 126 49 
M 140 55 
N 125 49 
O 1365 53 
r 182 Paks} 
Other than Narth American cars 
519 204.5 
North American cars 
R B27 207 5 


For the first time on a British car an elec- 
tronic speedometer is specified, having no drive 
cable, the unit is more reliable and removes a 
source of noise transmission. The trip rewind has 
been replaced by a pushbutton control which is 
situated within the speedometer dial. The 
odometer now reads to 999999 for both miles and 
kilometer readings and is tamper-proof. 

A new warning panel is incorporated which 
gives advance warning of low brake fluid in either 
of the two brake systems, stop lamp failure, an 
ice warning light, low windscreen washer fluid, 


handbrake engagement, low coolant level and an 
engine overheat warning. A separate main beam 
warning light has been positioned above the main 
instruments and is more compatible with a 
driver’s line of vision. 

The controls for the new electronic speed 
control system have now been located on the 
gear selector lever and whilst retaining the pre- 
vious ‘set’ and ‘resume’ settings have an additional 
feature which allows the driver to advance to any 
cruising speed selected without using the acceler- 
ator. To cope with the increased electrical demands 
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a new alternator with a greater output has been 
fitted providing more power at low and miximum 
speeds. 

A smaller 38cm steering wheel is fitted. 
Slightly dished with a distinctive spoke arrange- 
ment it provides improved visibility of the three 
main instruments and greater comfort when 
driving. A new easily accessible fuse-board is 
positioned in the knee trim padding below the 
glove compartment. On lowering the cover of the 
fusebox, all fuses and thermal cut-out reset 
buttons are clearly visible and accessible. 

The air dam fitted beneath the front bumper 
considerably reduces aerodynamic lift and im- 
proves stability over a wide range of speeds and 
is progressively more effective as speed increases. 
In particular it increases resistance to side wind 
gusts. The high speed handling characteristics 
of the Silver Shadow II are considerably improved 
with the introduction of the air dam and the 
steering and suspension changes. 

Detail changes include an 11.0 mm deeper 
radiator shell, a Silver Shadow Il chrome name- 
plate on the boot lid, chrome plated tailpipes to 
the twin exhaust system and deep set door handle 
release buttons. An internally adjustable door 
mirror which complies with recently introduced 
E.E.C. legislation is fitted which is capable of 
withstanding impact without damage to pedes- 
trians or mirror. The mirror may be moved 
through 90 deg. on impact and returned to its 
correct location without sustaining damage to 
the operating cables. 

An ashtray is fitted to the driver’s door on 
right-hand drive cars, the sun visor can be turned 
to exclude sunlight entering from the front side 
windows, and the tape storage compartment be- 
tween the front seats has been re-styled. Four 
new paint colours have been added to the standard 
range. 


EDITOR’S NOTE 

Whilst every care is taken to check information published in Praeclarvm, 
no responsibility can be accepted for errors. 
Contributions — 

The Editor would be grateful for any memorablia, photos, advertise- 
ments, accounts of restorations, memories of experiences of cars owned 
or known or any other material that deals with Rolls-Royce and Bentley 
cars. 

Subscriptions — 

Praeclarvm is available on a subscription basis to non-members and 
for those members who may wish an extra copy. Such subscriptions carry 
no membership privileges. Rates are as follows: 


Australia $Aust10. 
North America $US10. 
Elsewhere $Aust7.50. 


All rates quoted are for surface mail. The issue of expiry on sub- 
scriptions is imprinted on the right hand top corner of the address label. 


Back Copies 

All copies of Praeclarvm are kept in print 
and are available at $Aust1.25 postage paid sur- 
face mail or $US1.35. 

All enquiries relating to the above should be 
addressed to the Editor (Address at Masthead). 


FROM THE FEDERAL SECRETARY 

Time and space prevent me from recording 
much chat; I hope to get this issue in member’s 
hands before the Rally as there will be a lot to 
do after our Northern exercise. 

Overseas 

Eric Darrass of the R.R.E.C. writes to say 
that the final entry for the Windsor/Ascot Rally 
was 850 cars including 100 Silver Ghosts in- 
cluding of course Eric Ravensford’s car. 

There is also an English Lakes and Scottish 
tour organised by the R.R.E.C. for the period 
15th - 23rd September, 1978. We have received 
a special invitation to attend. Should there be 
any takers I have further information or ail- 
ternately write to Roy Brooks, “Brookside,” 
Starling Road, Radcliffe, Manchester. 


(Continued) 
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BIG WHEELS ae 


Guinnes 


s good for plugs 


S) nl 


“» } 


A team of Talbot Darracqs outside KLG‘s firs? premises. Guinness is on the 


extreme left. 


KLG owes all 
to speed 


IF YOU have ever 
wondered how the 
KLG spark plug got 
its name, here’s the 
answer. 


In 1912 Kenelm Lee 
Guinness decided he was 


not getting sufficient 
performance from his 
plugs. 

Engine speeds were 


rising and he found that 
progress was being ham- 
pered by the inability of 
early plugs to withstand 
the increasingly severe 
engine conditions. 

So he decided to make 
his own plugs and was so 
successful that soon his 
motor racing friends were 


asking for 
just like K.L.G.'s”. 
And that’s how the 
ELG plug was born. 
Special 


In months Guinness, a 

member of the famous 
brewing family, was 
making spark plugs full 
time, 
He designed special 
plugs for the aircraft in- 
dustry and the Royal 
Flying Corps and the 
Royal Nava! Air Service 
both flew on KLGs. 

Guinness’s business was 
finally taken over by S. 
Smith and Sons in 1919 


“spark plugs Fe 


Kenelm Lee Guinness 


but he wag retained as a 
consultant, 

Between 1919 and 
World War II KLG plugs 
were associated with al- 
most every motoring, 
motorcycling and aero- 
nautical achievement. 

Charles _ Kingsford- 
Smith and Ross and 
Keith Smith all relied on 
KLG plugs, 

The factory aiso pro- 
duced several special 
engines and designed two 


of the most famous speed 
cars in history — Sir 
Malcolm Camphell’s 
Bluebira and Sir Henry 
Seagrave's Golden Arrow. 


Guinness continued 
motor racing and set the 
last land speed record at 
the old Brooklands track. 


A bad accident in 
Spain in 1924 ended his 
racing career and he died 
in 1937, 

An interesting sidelight 
of the KLG story con- 
cerns Guinness's former 
factory manager, Arthur 
Champion, who left Bri- 
tain for the U.S. and 
began making spark 
plugs there. 

The name he gave to 
his product came from 
his initials — AC. — 
soon to become interna- 
tionally famous 


He retired when 
General Motors bought 
him out. 

But he didn't like 
Tetirement and _ started 
another company which 


began making Champion 
spark plugs. 


SPARK PLUGS 

No matter how old, one can always learn. 
And this I did from an article in the Sunday 
Mirror. 

I first became aware of K.L.G. spark plugs 
after the first World-War had finished, the first 
plane was flown from England to Australia by 
Ross and Keith Smith. This plane was fitted with 
Rolls-Royce engines and KLG spark plugs. When 
the planes arrived in Sydney my boss, 8. A. Peat, 
had to meet Ross and Keith Smith and we got 
all the news. 

It was not long after this that a shipment 
of KLG spark plugs arrived from Rolls-Royce Ltd. 
and we were instructed to use these plugs as 
replacements in Silver Ghosts. Of course these 
had the mica insulators and little spring clips 
to hold the high tension wires on. 

All Rolls-Royce cars produced before the 
first World-War had a Bosch magneto and Ger- 
man made Bosch spark plugs. 

In 1919 the first Silver Ghost chassis had a 
Watford magneto and Lodge spark plugs as 
standard. Until then the KLG plugs were stan- 
dard fittings to the 20h.p. when produced. 

I never realised that KLG was associated 
with grog! 

Bert Ward. 


Some very special tools used to hold up the circular seal betwean 
the flywheel and fluid tarus on a post-War automatic. 


ANOTHER GOVERNOR-GENERAL AND 
ROLLS-ROYCE 

The late Duke of Gloucester who brought his 
three Rolls-Royce cars for use during his term 
as Governor-General for Australia started the 
Australian Government supplying a Rolls-Royce 
car for future Governors-General when the Duke 
of Gloucester finished his term in January, 1947, 
Sir William McKell, orce Premier of N.S.W., was 
appointed Governcr-General of Australia and the 
Australian Goverrment purchased a Phantom III 
car chassis No. 3DL2 from the Governor of South 
Australia, Sir Willoughby Norrie. Sir William 
McKell used this car until he finished his term 
in 1953, when Field-Marshall Sir William Slim 
was appointed. 


Scon after arrival in Canberra, his Secretary, 
Murray Tyrrel] (now Sir Murray), contacted me 
and said that Sir William would like me to go to 
Canberra 2s soon as possible to discuss the Rolls- 
Royce. 

I made arrangements to fly down the follow- 
ing Monday morning. The plane was full of those 
hard working men they call politicians. When we 
arrived at Canberra, the airport was full of V.I.P. 
cars picking them up, but what a shock they got 
when they saw me being picked up in the Gover- 
nor-General’s car. 

On arrival at Government House I had a 
meeting with Murray Tyrrell first, who explained 
what His Excellency wanted. 1 was then called 
into his study, and what a gentleman he was. 
From the start he made me feel at home, and we 
talked as if we had known each other for years. 

His complaint was that the Phantom III was 
not comfortable to ride in. It rolled on corners, 
and he liked to do a lot of work whilst travelling. 
In this car he just could not do it. He told me 
that in the Silver Wraith he was using before 
he came to Australia, he could work in comfort. 
He wanted to know if any improvement could 
be made, otherwise he would not use the car. 
I told him that this car, which Rolls-Royce started 
to produce in 1936, would be very hard to alter 
to make it as comfortable as a car produced in 
1947. The body was a 7-passenger with the rear 
seat situated further back than a 5-seater and 
the body being high, it would have a tendency to 
roll. 


The filthy engine on Jahn Brodie’s Silver Cloud SFE 143. 


When I prepared to return to Sydney, he 
thanked me very much, and asked that I drive the 
car back to Sydney. He had lunch arranged for 
me and said he did not want to see the car again 
unless a large improvement was made to it. 

Rolls-Royce Ltd. went into the matter 
thoroughly, including springing, shock absorbers 
and the size of tyres. The position of the rear 
seat was still a problem and the alteration to 
tyres and wheels was also a problem, as smaller 
wheels plus a much larger tyre bag meant altera- 
tions to the brake drums, body wheel wells and 
guards.. In fact with all the alterations carried 
out, Rolls-Royce could not guarantee much if any 
improvement. So 1 contacted Canberra and told 
them the verdict. I went down and saw Sir Wil- 
liam again and it was arranged that a new Silver 
Wraith be ordered, and the Phantom III sold. 

George Sevenoaks sold 3 DL2 for them, and a 
new Black Silver Wraith was delivered in 1954. 
Sir William was good enough to let me know 
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how satisfied he was with the new car. Rolls- 
Royce cars have been used by all Governor- 
Generals in Australia ever since. 

Bert Ward. 


FROM THE FEDERAL 
Insurance 

For some time we have been trying to find 
a general scheme for car insurance for members 
that would take account of the care we take 
with our Rolls-Royce and Bentley vehicles. This 
became a very personal quest a year ago when 
the premium on my Silver Dawn doubled in one 
year. Not having a claim in some 20 years I 
approached Reg Hulse of M. M. Hulse and As- 
sociates of Sydney and sought his assistance. 
I did not regret this action and have found no 
one among the many New South Wales members 
who use his service who had any regrets either. 
For many, the amount of insurance one pays 
for the vehicle affects ownership or otherwise. 
I therefore asked Reg to present his scheme 
and the enclosed is the result. Please address 
your enquiries to Reg. 

As far as I am aware there are only two 
legal difficulties. Both express the ultimate in 
conservatism, but here they are: 

(a) The Club cannot recommend the scheme. 
Apparently if we do and someone’s legalimit 
is trampled to trash by a Brontosauras in 
menopause and the vehicle is NOT covered 
due to the circumstances, the Club could 
be liable as it recommended the policy. If 
therefore you live in an area of aging 
Brontosauri and have a fleet of Legalimits, 
read no further. 

There is a difficulty with valuations. The 
simplest action here is to go to a reputable 
dealer or licensed valuer and get his dated 
valuation of your car, in writing, on his 
letterhead, and signed. Unless it is out- 
landish there should be no argument. If, 
as I do, you live in an area where a Rolls- 
Rovce is an object of curiosity, make your 
own valuation and confirm it by a formal 
valuation later. Either way, I have enclosed 
a form for enquiry. 

Other Goodies 

The enclosed brochure is NOT an offer of 
the Phantom III sculpture. The Franklin Mint 
very kindly donated these for our interest. If 
you would like to join please write the Mint. 

The notice on clutches is a facsimile of an 
original sent to Bert Ward in 1939 and was 
prompted by the anticipated petrol shortage. 
C. S. Rolls 

This is the year of the Rolls Centenary and 
I have included some information on the original 
reports of his death. In the R.R.E.C. Bulletin 
number 101, it is reported that the Club is en- 
deavouring to find the exact spot of C. 8. Rolls’ 
crash and to mark it with a suitable plaque. 
As there has been some development of the area 
in the meantime, the location, if determined 
could pose some interesting problems. I have 
this vision of a brass plaque affixed to a privy 
seat “at this exact spot, etc... .” 

See you at the Rally! 


SECRETARY 


(b) 


Bill Coburn. 


SILVER WRAITH 
Six-Light Saloon by Park Ward 


The Silver Wraith Six-Light Saloon 
by Park Ward is a formal car yet 
suitable for the owner-driver since 
no division is fitted. It is a full five- 
seater 


SILVER DAWN 
Saloon 


This model has been designed specific- 
ally for the owner-driver and provides 
luxurious accommodation for four 
or five passengers, and storage space 
for seven suitcases. Finest leather 
upholstery, beautiful woodwork and 
interior fittings create an atmosphere 
of unostentatious luxury. 


SILVER DAWN 


Drophead Coupe (Convertible) by Park Ward 


Available as a hard top orconvertible, 
with high- or low-wing line, this body 
can be obtained on the Bentley or 
Rolls-Royce chassis. 

The unique arrangement for carrying 
additional luggage makes this an ideal 
long-distance touring car. 


ROLLS- ROYCE 


THE BEST CAR IN THE WORLD 


SILVER DAWN 
Four-Light Fixed Head Coupe 


With coachwork of similar design to 
the Two-Light body, this car, like all 
left-hand drive models, is available 
with fully automatic transmission, 
with overriding manual control. 


SILVER WRAITH 


Seven-passenger Limousine by Park Ward 


A full seven-seater with division 
featuring the flowing lines favoured 


by Park Ward. 


As in every case, the selection of 
upholstery, colour and material is 


left to the customer. 


The Bentley Continental 


One of the fastest four-seater Saloons 
in the world, this car is capable, with 
complete safety and absolute com- 
fort, of speeds up to 120 m.p.h. 


Passenger accommodation is un- 
usually luxurious and spacious. 
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POTENTIOMETER SHOWN IN MAX. 
CLOCKWISE POSITION. 


METALLISED SCREENING CONNECTED TO CHASSIS. 


NUMBERS ADJACENT TO VALVE ELECTRODE 
CONNECTIONS REFER TO VALVE SASE PINS, 
(KEY GIVEN ON UNDEASIDE CHASSIS ILLUSTRATION 


VOLTAGES ARE SHOWN AT THE RELEVANT POINTS * 
ON THE CIRCUIT AND WERE TAKEN WITH A METER 
HAVING A RESISTANCE OF S500 OHMS PER VOLT. 
THE DC INPUT WAS 4 VOLTS FOR MODEL 4200 
THE OC INPUT WAS 7 VOLTS FOR MODEL 4201} 


TOTAL H.T. CURRENT SOmA WITH ‘A°&‘C' TYPE AMP, 
TOTAL H.T. CURRENT 65mA WITH ‘B'&‘D' TYPE AMP. 
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MODIFIED CIRCUIT FOR MODEL 420/- R36 DELETED 


CIRCUIT ‘FOR 4200-1 CONTROL UNIT 
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* R36 IS USED ONLY IN MODEL 4200 
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This switch is mounted beneath coils 
L2,L3,L5 and Lit. 


GENERAL CHASSIS VIEW 


SHELLAC CORD 
TO TUNING 
SPINDLE _ 


CORD DRIVE 


; « Beautiful Home of | 
og Sir Owen Cox Fs 
af Castle Hilt, a ae 
NEIL MOUNTFORD WRITES 

The above photo was taken from “The Motor 
in Australia” August 2nd, 1922 and complements 
that of 6 TB on page 59. Sir Owen Cox is stand- 
ing next to 6TB with a 3-door Barker touring 
body. Compare this with a photo from a similar 
angle on page 194 of Praeclarvm. The unusual 
bonnet and bell headlamp are evident in both 
photos. The original plain glass bevelled edge 
lens is still fitted to these headlamps. 

Chassis 6 TB carried registration number 50 
which was transferred to GH 82. 

“Angas” is one of the best known restored 
vehicles in the Club and GH 32 is in very fine 
original condition. 

Motor Traffic Act 1909, Schedule F, Regula- 
tion 34, registration number 50 is still on issue 
although not to a Club member. 


A “Bosch” spare parts kit for a Type DR6 
magneto as supplied with veteran Ghosts. 
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A Ghost oil pump with the cover removed. 
Close inspection will reveal wear between the 
gears and the casing of about {ne width of a 
match 


The reason for this wear — inadequate bear- 
ing area of the spiggot at the end of the gears. 
The larger gear is from a Ghost and the smaller 
from a 20h.p. 

Both these gears have wear of about 1 mm. 
on the spiggot and tip diameter. 


The reason these pumps continued to work 
even though very worn was that the pressure 
angle of the gear teeth keep them in contact 
with the gear casing forming a metal to metal 
seal and slow self destruction of the pump. 


An “Ever-Ready”’ tail lamp switch only fitted 
to a chassis for delivery to Australia. This was 


fitted to Post-War Ghosts and Twenties. (See 


page 207). 


A pair of gears from a post-war General 
Motors product after covering 120,000 miles. No 
wear is evident on the bearing surfaces or tip 
diameter only tooth scoring due to oil contamina- 
tion. This demonstrates that increased bearing 
area will prevent wear as shown previously. 


A replica oil pump fitted with new gears of 
the G.M. type. The original pump and gears have 
been kept intact as future authenticity rules may 
require that they be refitted. 

The 20h.p. oil pumps can be reclaimed by 
rebushing the casing and hard chrome plating 
the bearing surfaces. 

The method is successful only if the gear 
to case clearance is .005 in. to .008 in. The 
20 h.p. and Ghost cars and five of them showed 
wear in excess of .008 in. How does your pump 
measure up? 


VALVE AND IGNITION TIMING DATA 


ROLLS-ROYCE PRE-WAR CARS 


EDITOR'S NOTE: Full acknowledgement is made to the factory for the 
following information, The detail has been extracted from TSD 2022 
published in 1962 by the Technical Publications Department of the 
then company Rolls-Royce Limited. Bert Ward has lent me the booklet 
and | intend reproducing it in serial form under the above heading 
1o provide a ready reference for readers. 

(continued from page 239) 
IGNITION TIMING PROCEDURE 

1. Set the contact breaker gap to 0.020 in. 
(0.051 cm.). 

2. Turn the crankshaft until the No. 1 piston 
is on its firing stroke and the mark B.A.I. 
(or B.L.I.) on the flywheel is aligned with 
the time pointer on the clutch case. 

8. Fully advance (or retard, for B.L.I.) the 
ignition lever, then set the contact breaker 
cam to the point of opening opposite the No. 1 
segment of the distributor. Reference to the 
car ammeter will assist determining precisely 
when the points open. 

4. Tighten the screw securing the contact break- 
er cam to its taper. 

Phantom III ignition timing 

1. Set the contact breaker gap to 0.028 in. 
(0.071 cm.). 

2. Turn the crankshaft until the No. 1 piston of 
‘A’ bank is on its firing stroke and the fly- 
wheel mark A & B.A.I. (on some chassis 
Only B.A.1.) is aligned with the timing pointer 
on the top of the flywheel housing. 
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3. Note the position I.A. on the distributor cover 
of ‘A’ ignition tower and set the ignition arm 
at this position with the cam temporarily fixed 
on the driving shaft. 

4, Set the ignition lever on the steering column 
to the fully advanced position, slacken the 
nut securing the fine adjustment device on 
the underside of the distributor body, then 
return the ignition lever to the centre of its 
travel. With the controls thus set, the con- 
tact breaker cam should be on the poirt of 
causing one of the contacts to open. 

Adjustments can be made on the fine 
adjustment device, turning it to the right 
or left until the contacts open. If, however, 
this does not provide the required setting, 
the cam must be turned on serration on the 
driving shaft and the adjustment repeated. 

On completion of the operation care must 
be taken to insert and tighten the screw secur- 
ing the cam and to tighten the nut locking 
the fine adjustment device. 

5. Repeat this procedure for ‘B’ ignition tower. 

Silver Ghost (Battery Ignition) 

With the ignition control in the fully advan- 
ced position and the No. 1 piston on its com- 
pression stroke, the low tension contact should 
just make when the piston is 23 in. (69.85 mm.) 
before T.D.C. (a distance of 154 in. (88.73 cm.) 
on the circumference of the flywheel or an angle 
of 102 deg. 

With the ignition contro] fully retarded the 
low tension contact must not make until after 
T.D.C. 

To start on the switch, the contact generaily 
has to be set much later than this and the 
position is best found experimentally; if it is 
toc late, bad starting will result and the advanced 
position will be insufficiently early. 

The full range of contro] is 112 deg. 

Silver Ghost (Magneto Ignition) 

When the control is in the ‘earliest’ or ad- 
vanced position, the contacts should break 30 deg. 
before T.D.C. or when the piston is 3/8in. (9.52 
mm.) before T.D.C.; this is equal to 44 in. (11.48 
cm.) on the circumference of the 174 in. (44.45 
cm.) diameter flywheel. 

When the control is in the ‘latest position, 
the contacts should break just before T.D.C. (a 
distance of 4 in. (1.27 cm.) on the flywheel or 
an angle of 3 deg. before T.D.C.). 

Firing Order: 1, 4, 2, 6, 3, 5. 

BERT WARD’S METHOD FOR GHOSTS 

Silver Ghost Ignition Timing 1919-25 
Battery ignition, retard ignition lever, set 

flywheel to No. 1 cylinder on L.I. (late ignition) 

remove top of distributor and adjust controls 
until the white arrow on the distributor ring is in 
line with the white arrow on rotor. Set contact 
points to 0.020 in. platinum contact points around 
the distributor ring to .001 in. On Silver Ghosts 

that have the small distributor like the 20 h.p. 

fitted, set contact points to 0.020 in. Retard 

ignition lever, set flywheel to L.I. (late ignition) 
on No. 1 cylinder, loosen cam in distributor by 
undoing screw in centre, lift up cam and set so 

that the points are just broken or that a 

cigarette paper will pass through. 


Magneto Ignition 

Retard ignition lever, set flywheel on No. 1 
cylinder $ in. before T.D.C. (top dead centre), 
adjust contact breaker points to 0.014 in., remove 
large steel cap on timing case where magneto 
driving gear is situated. Loosen nut on end of 
shaft, unscrew till tight, then loosen again. The 
gear is then loose on the taper. Set the magneto 
so that the breaker points are just broken, then 
tighten up the nut on the end of the shaft, 
check again in case it has slipped. Retighten and 
replace cap. 


BDC} 


40/50 HP SILVER GHOST 
43in. Stroke Engine 
Running Clearance +004in. (-010 cm) 


If you have the automatic transmission removed from your ‘R’ type 
or Silver Dawn, make sure it is fitted with this water excluder 


around the dipstick. 
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DON APPLEBY’S ALBUM 
Don Appleby of York Motors Pty. Ltd., Sydney praduced a callection 
of photos of Rolls-Royce and Bentley cars in Australia that he has 
gathered over the years, Bert Ward was called on ta provide the 


captions. If anyone can add ta the infarmation, please advise the Editor. 


This is a 1928 Silver Ghost with a Park 
Ward body, chassis No. 38 EM. It is now owned 
by Peter Shellard in Victeria. 

This photo has been published before, as you 
can see the Registration number is N.S.W. 90 and 
was taken after 38 EM had collided with a Mode] T 
Ford in Elizabeth Bay. In the photo are Alf 
Appleby, Neil Nicholson and Bert Ward. The Ford 
drove away. 


This Phantom I chassis No. 75 MC was 
despatched from England in July, 1925, and was 
fitted with a 7-passenger limousine body by Jack- 
son, Jones and Collins for J. Campbell, a grazier 
of Coonamble, N.S.W. It was painted dark blue 
with black guards and a polished aluminium 
bonnet. This car was mainly chauffeur driven, but 
sometimes Mr. Campbell’s son would use the car. 

In 1930 the son, whilst driving late at night, 
hit a tram on the Coogee line. The car was a 
mess, and the insurance company sold the wreck, 
after a price to repair it had been given. 

It was purchased by Wood Cuffell, the large 
Undertakers in those days, who built up the 
chassis to their ability and made it into a hearse. 
lt was used for many years, but is just one of 
those chassis that dissappeared. 


GOVERNOR OF N.S.W. AND HIS PHANTOM V 
ROLLS-ROYCE 

For many years the Rolls-Royce salesman 
and myself endeavoured to sell a Rolls-Royce car 
to Government House for the use of the Gover- 
nor. We had no success, but all of a sudden they 
had one. How we did not know. If they had 
ordered one we would have been advised. They 
get it at such a reduced price there is no profit 
for the agents, so what they did pay for the 
new Phantom V, and how it came to Sydney is a 
story of a family, big in the wine business for 
many years. 

In 1920 a Silver Ghost Rolls-Royce chassis 
143 BW filled with a single seater body coupe 
type by Van Der Plas and painted cream and 
black arrived in Sydney for a Mr. Penfold Hyland 
of Penfold Wines Ltd. He used this car for many 
vears. He then purchased a 1924 20 h.p. limousine 
body by Hooper chassis GAK 33 second-hand in 
Sydney. This car was brought out by a Mr. Craig, 
who also brought out his own chaffeur. He did 
not stay in Australia long, and GAK 33 was nearly 
a new car, when sold to Penfold Wines. 

Both these cars were sold in the 1930’s, and 
it was not until after the war that Mrs. Gladys 
Penfold Hyland, now a widow, ordered a Silver 
Wraith with a body by Mulliner. This was ducoed 
a special grey which was Mrs. Penfold-Hyland’s 
favourite colour, which was made up for her by 
Mulliners. When she ordered the car in London, 
she also ordered a 1959 Silver Cloud and we had 
to send a sample of the colour to Rolls-Royce so 
that this car could be ducoed the same colour. 

The Silver Wraith was sold on arrival of 
the Cloud; she was very pleased with the Cloud. 

In the middle 1960’s the Phantom V came 
into production and she fancied one of these, one 
filled with a 7-passenger limousine body by Park 
Ward Mulliner, with all fittings such as air con- 
ditioning was ordered and again she required 
grey upholstery and her usual colour grey paint- 
work. A plate was made here of the exact colour 
and air mailed to London. 


Bpamnnannnnnacnne 


Year 
1958-59 
1959-60 
1960-61 
1961-62 
1962-63 
1963-64 
1954-65 
1965-66 
1966-67 
1967-68 
1968-69 
1969-70 
1970-71 
1971-72 
1972-73 
1973-74 


Federal President 
George Green (N.S.W.) 
George Green (N.S.W.) 
Fred Miller-Robinson (Vic.) 


Frank Meek (N.S.W.) 
Patrick Kane-White (Vic.) 


George Sevenoaks (N.S.W.) 
Jim Kelso (Vic.) 

Eric Rainsford (S.A.) 
Percy Markham (W.A.) 
George Green (N.S.W.) 
David Jones (Vic.) 

David McPhee (Qld.) 
Derek Hartley (S.A.) 
Brian Meegan (W.A.) 


1974-75 
1975-76 
1976-77 


Bruce Ross (N.S.W.) 
Dare Watkins (Vic.) 
Malcolm Johns (N.S.W.) 


—_—eie Toaenanienenantamen aalantan antantan antee*oetontoetee ntiomtantentetacteniete ea tecteeteeteteteteeee 


Gavin Sanford-Morgan (S.A.) 


Gavin Sandford-Morgan (S.A.) 
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CLUB FEDERAL OFFICE BEARERS 


The car duly arrived in a large case, and we 
unpacked and prepared it for the road. Her chauf- 
feur came to see the car and it was registered 
with her favourite number plate, No. 285 which 
was removed from the Cloud and fitted to the 
Phantom V. The chauffeur took delivery and 
drove back to Elizabeth Bay. Mrs. Penfold-Hyland 
had a look at the car, had a short ride in it, did 
rot like it and so the number plates were changed 
over again, and she then gave the Phantom V 
to the Deaf and Blind Institution. 

The next thing we knew was when the 
Government Garage at Glebe phoned me for some 
instruction on the car as it was now Government 
property for the use of the Governor! 

Bert Ward. 


Neil Ferguson took this photo in York Motors showroom when 
SBA74 was new — 1949. 


| 
| 
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Federal Secretary 
Frank Meek (N.S.W.) 
David Larking (N.S.W) 
Jim Cooper (Vic.) 

Eric Rainsford (S.A.) 
David Davis (N.S.W.) 
David Jones (Vic.) 

D. Forward (S.A.) 
Graeme Soderland (N.S.W. 
David Jones (Vic.) 

Derek Hartley (S.A.) 

V. Warrener (W.A.) 
Graeme Soderland (N.S.W.) 
Dare Watkins (Vic.) 

Fred Haughtey (Qld.) 

Ian Cocks (S.A.) 

John Hammil (dec.) (W.A.) 
Tom Clark (W.A.) 
Malcolm Johns (N.S.W.) 
Darren Overend (Vic.) 
Bill Coburn (N.S.W.) 
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OVERHAULING THE CRANKSHAFT 
DAMPER AND SPRING DRIVE — POST-WAR 
6-CYLINDER ENGINE 

This unique mechanism varying only in de- 
tail has been used on all Rolls-Royce 6-cylinder 
car engines since the Silver Ghost. Information 
on the overhaul is scanty in the Silver Dawn/ 
Silver Wraith workshop manual but is described 
in detail in the manual for the Silver Cloud. The 
relevant section is reproduced here with a few 
notes on the do-it-yourself aspects. 


Description 


A friction plate keyed to the crankshaft, transmits 
frictional drive, via cotton duck washers, to the 
damper inertia wheels between which it is bolted 
(see Fig. E17). Between the front washer and wheel is a 
presser plate, the thrust being provided by coil springs 
which seat in the front wheel. 


At the rear of the unit is the crankshaft timing 
wheel. Four dogs on this timing wheel enter apertures 
in the friction plate hub, which transmits a cushioned 
drive to the pinion through coil springs. Studs in the 
crankshaft timing wheel dogs pass through the 
assembly and secure the front damper wheel and fan 
pulley hub. 


The relative movement between the crankshaft 
and the damper and timing pinion assembly is thereby 
controlled by the spring drive and by the inertia and 
friction loadings which also absorb crankshaft oscilla- 
tion. 

The rear damper wheel is precisely balanced by 
means of 4 in. dia. Allen screws. These screws should 
not be disturbed when the damper is removed and 
dismantled for overhaul. 


The unit is free from derangement due to mechanical 
failure and should not normally require attention 
between periodic engine overhauls, except in cases 
where the car has been idle for prolonged periods, such 
as storage. 


In such cases the damping qualities of the unit may 
become seriously impaired by the adhesion of the 
cotton duck washers to the friction faces of the damper 
wheel and friction drum. This condition will cause 
engine vibration, which is particularly noticeable at 
approximately 2500 r.p.m.; this is half the torsional 
period of the crankshaft and is equivalent to between 
50 and 55 m.p.h. 

To remove the unit proceed as follows: 


Remove the radiator and shell assembly. 


Remove the wheelcase as described in Section E6, 
unlock and remove the four } in. nuts securing the 
damper hub to the pinion studs which protrude 
through the front wheel of the damper. 


Before extracting the assembly, the valve timing 
should be set, in order to facilitate assembly. 


Remove the inlet valve rocker cover and turn the 
engine over until No. | cylinder is on firing position, 
i.e. both valves closed and the piston at T.D.C. 
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An improvised puller consisting of a Holden crankshaft damper 
puller with an extra hole drilled in it, The bolts are taken from 
the side tappet covers of the engine. A suitable disc is placed 
over the end of the shaft, the centre bolt tightened and a 
vicious clout should release the entire mechanism. 


Unlock and remove the crankshaft serrated nut, 
using Special Tool RH.552. 


Attach the extractor to the four pinion studs, using 
the original nuts, then extract the unit. 


The Damper — to dismantle 


Clamp the special mandrel tool, RH.546, in a vice. 

Place the damper unit over the tapered end of the 
mandrel and turn the unit until the key in the mandrel 
enters any one keyway in the friction plate. 


Unlock and remove the six 4 in. nuts and bolts 
securing the damper wheels together, at the same 
time supporting the rear wheel by hand to prevent 
possible damage to the pinion teeth. 


Remove the front wheel and the six springs between 
the wheel and the presser plate. 


Remove the cotton duck washers. 


Remove the friction plate and pinion assembly 
from the mandrel. 
Place the pinion studs on a flat bench and press 


downwards on the friction plate; the driving springs 
will then dislodge, allowing the pinion to be removed 


If you have the crankshaft out of the car, it can be used as a 

manduel. By tightening the pulley nut, a standard socket with a 

2° breck bor can be used with a spring balance for both 
ironing and measuring the break poundage. 


from the plate. The cotton duck washers tend to 
harden and become glazed in service thereby losing 
their original frictional chracteristics; they must 
always be renewed when the unit is overhauled. 

It is important that the mandrel be kept clean and 
free from burrs thus preventing possible damage to 
the ‘Babbitt’ bush which is pressed into the pinion 
assembly. 


The Damper Wheels and Springs 


Thoroughly ;wash all dismantled parts and inspect 
the friction surfaces for score marks. 

Light score marks may be polished out by mounting 
the wheel in a lathe and polishing with fine emery 
cloth and oil. 

If the above operation does not remove the scores, 
the friction surfaces may be ground. Minimum per- 
missible dimensions of the rear wheel, friction plate 
and presser plate are given in the Data Chart. If these 
finished limits are not obtainable, the particular part 
must be renewed. Packing washers may have to be 
used under the damper springs, to allow for the metal 
removed in grinding. 

The inner and outer radial driving springs must be 
carefully examined for signs of fatigue and renewed as 
necessary. Lengths and loads of the springs are as 
follows: 

Outer Springs: 

Free length 0-800 in. (approximately). 

Load when compressed to 0-640 in.— 32 to 35 lb. 

Load when compressed to 0-525 in.— 55 to 61 Ib. 
Inner Springs: 

Free length 0-725 in. (approximately). 

Load when compressed to 0-525 in.— 10 lb. +6 oz. 


Preparing the Cotton Duck Washers 


The cotton duck friction washers should be soaked 
in a mixture of 75 per cent Castrol Hi-Press and 25 
per cent SAE 20 oil for at least 24 hours and then 
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Crankshaft damper spring drive 
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placed on a press under a pressure of 75 Ib/sq.in. for a 
further 24 hours. This will reduce the final smoothing 
or ironing during re-assembly to a minimum and 
ensure consistent operation. 


Ironing the Duck Washers to obtain 
Slipping Poundage 


Place the mandrel! (RH.546) in a vice and position 
the rear damper wheel on the mandrel. Liberally oil 
and place one of the duck washers against the 
friction surface. 


Place the pinion and friction plate in position on the 
mandrel. Oil and position the other duck washer 
against the friction surface of the plate with the 
scarfed joint diametrically opposed to that of the first 
washer. 


Place the presser plate assembly on the duck washer 
and position the six damper springs on the spigots. 
Fit the front damper wheel over the springs and lift 
the rear damper wheel and pinion up to meet the front 
damper wheel, after the correlation marks have been 
lined up; fit two opposite bolts to the wheels, but do 
not tighten fully until the remaining four have been 
installed, when all bolts may be fully tightened. 


Fit the hub to the pinion studs using two opposite 
nuts, attach the poundage checking lever to opposite 
pinion studs and test the slipping poundage before 
‘ironing’ is commenced, noting the poundage with the 
spring scale attached to the lever as shown in Figure 
E19. The break-away torque figure is higher than that 
required to maintain a slow steady slip. Ignore the high 
initial value when testing. 


The washers are ironed by moving the lever back 
and forth over the full travel between the dogs for as 
long as necessary to obtain the required slipping 
poundage of 14-15 Ib. at a 17-5 in. radius. The radius 
is measured between the centre of the mandrel and the 
notch in the lever to which the spring scale is attached 
and is a pre-determined measurement incorporated in 
the manufacture of the lever. 


{. LOCKING PLATE 6. LOCK-NUT 12. WHEEL-DAMPER, REAR 
2. NUT, CRANKSHAFT 7. SPRING PLATE 13. FRICTION DRUM 

3. PULLEY 8. FRICTION WASHER 14, FRICTION WASHER 

4. HUB 9. OUTER SPRING 15. SPRING-DAMPER 

5. BUSH 10. INNER SPRING 16. WHEEL-DAMPER, FRONT 


il. DOG 


A poundage test lower than 14 Ib. indicates that thin 
packing washers are needed between each damper 
spring and the front wheel. These washers are 0-020 in. 
thick and are the only washers recommended for the 
operation. They are supplied under part number 
K.8808/Z. A maximum number of four washers is 
permitted under each spring and where a greater 
number than this is indicated, a careful check of the 
damper springs and friction surfaces should be carried 
out to determine which part or parts, are below the 
required standard. 


Test the slipping poundage in each direction several 
times, a 14-15 Ib. reading indicates that no further 
ironing is necessary. When a satisfactory reading has 
been obtained, install the radial driving springs 
between the pinion and drum dogs. 


Remove the poundage checking lever and hub, 
supporting the rear damper wheel while removing the 
six nuts and bolts. Remove the front damper wheel 
and the six springs, care being taken not to misplace 
the special washers (if used). 


Fit two bolts to secure the presser plate to the rear 
damper wheel. Screw the poundage checking lever to 
two opposite pinion studs. 


Insert the inner and outer radial spring assemblies 
between alternate dogs, using the poundage checking 
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lever to compress the springs against the dogs when in 
position and so facilitate fitting of the other spring 
assemblies. 

Attach the lever to alternate pinion studs as neces- 
sary to allow access to other springs. A suitable screw- 
driver may be used to compress and position the 
springs. When all the springs have been re-fitted, care- 
fully check to make sure that the springs are in their 
correct position on the pinion spigots and against the 
friction plate dogs. 


Re-fit the front damper wheel, after ascertaining 
that the duck washers, damper springs and special 
washers (if used) are correctly positioned, then lightly 
tighten the six bolts after new lock plates have been 
fitted. Ensure that the correlation marks are correctly 
aligned during the re-assembly of the unit. 


The cotton duck washers must not be disturbed 
when the damper is dismantled to fit the radial drive 
and springs and before closing up the unit. A check 
should be made to ascertain that the washer scarf 
joints are diametrically opposed. 


was in India in 1925. ‘lt was one of five R-Rs owned by 
an Indian Rajah,’ he wrote. ‘One could hardly guess at the 
value, since parts were covered in gold and precious stones.” 


“Fabulous’ is the word used to describe this Rolls-Royce by Mr 
A. A. Grey, of Exeter. Most people will agree. Mr Grey sent 
the photograph to the Motor Car Division. He took it when he 
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